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PROCEEDINGS  AND  REPORTS. 


The  Annual  Meeting  of  the  Stockholders  of  the  Sunbury  and  Erie 
Railroad  Company,  was  held  on  Monday,  February  12th,  1855,  at  the 
Office  of  the  Company,  South  Third  street. 

At  half-past  eleven  o’clock,  the  Meeting  was  called  to  order  by 
Mr.  Daniel  L.  Miller,  Jr.  Christopher  Fallon,  Esq.,  was  called 
to  the  Chair,  and  Mr.  John  Pancoast  was  selected  as  Secretary. 

The  Annual  Report  of  the  Board  of  Managers  was  read  by  Mr. 
Philip  M.  Price,  Secretary  of  the  Company — as  follows: 

To  the  Stockholders  of 

The  Sunbury  and  Erie  Railroad  Company : 

In  again  presenting  their  Annual  Report  to  the  Stockholders  of  the 
Sunbury  and  Erie  Railroad  Company,  the  Board  of  Managers  con- 
gratulate them  on  the  entire  completion  and  successful  operation  of 
that  very  important  portion  of  their  road,  connecting  the  Catawissa 
Railroad,  at  Milton,  with  the  Williamsport  and  Elmira  Railroad,  at 
Williamsport,  a distance  of  nearly  thirty  miles. 

This  auspicious  result  was  not  accomplished  till  late  in  December  of 
the  last  year,  having  been  much  and  unexpectedly  delayed  by  the 
unusual  and  severe  prevalence  of  sickness  along  the  line  of  the  road, 
and  other  causes  that  neither  the  managers  nor  contractors  could  con- 
trol. The  Catawissa  Railroad,  from  Tamaqua  to  Milton,  and  the  Wil- 
liamsport and  Elmira  Railroad,  had  been  completed,  and  in  active  ope- 
ration, for  some  weeks  previously,  so  that  the  opening  of  this  link  of 
road  has  connected  our  city,  by  rail,  with  the  fertile  valley  of  the  West 
Branch  of  the  Susquehanna,  and  with  all  of  Western  New  York,  by 
means  of  the  net-work  of  railroads  already  laid  over  the  whole  of 
that  territory. 

Through  this  channel,  a new  trade  is  already  pouring  into  Philadel- 
phia. Large  quantities  of  lumber,  and  other  freight  of  various  kinds, 
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are  daily  reaching  this  city  from  Williamsport,  from  Elmira,  and  from 
points  farther  -west  and  north. 

The  means  of  transporting  the  large  amount  of  business  offering, 
have  not  been  as  yet  fully  supplied.  Additional  cars  will,  however,  be 
very  shortly  procured,  and  every  means  be  provided  to  secure  the  full 
advantages  of  this  great  avenue  of  trade  now  opened  to  our  citizens. 

Arrangements  have  already  been  made  to  run  daily  express  trains  of 
passenger  cars  from  Philadelphia  to  the  Falls  of  Niagara,  Detroit,  and 
Chicago,  commencing  on  the  first  of  April  next.  Passengers  leaving 
here  in  the  morning,  will  arrive  at  the  Falls  early  the  same  evening, 
where  the  trains  will  connect  with  those  on  the  Great  Western  Kail- 
road  through  Canada  for  Detroit,  and  thence  by  the  Michigan  Central 
Road  for  Chicago,  arriving  at  the  latter  city  in  thirty-four  hours  from 
the  time  of  leaving  Philadelphia. 

During  the  past  year,  the  means  of  the  Company  have  been  very 
greatly  increased  by  the  subscription  of  the  City  of  Philadelphia  for 
$2,000,000  having  been  perfected,  on  which  instalments  to  the  amount 
of  $950,000  have  been  paid  in  6 per  cent,  corporation  bonds ; by  the 
subscription  of  the  Cleveland,  Painesville  and  Ashtabula  Railroad 
Company  for  $500,000,  on  which  $300,000  have  been  paid  in  the  7 
per  cent,  mortgage  bonds  of  the  said  Company;  and  by  a number  of 
other  subscriptions  from  corporations  and  private  citizens. 

A portion  of  the  bonds  received  from  the  City  of  Philadelphia  was 
applied  to  the  redemption  of  the  7 per  cent,  mortgage  bonds  of  this 
Company,  guaranteed  by  the  Catawissa  and  by  the  Williamsport  and 
Elmira  Railroad  Companies.  The  payment  of  this  mortgage  debt, 
and  the  consequent  release  of  the  said  guaranty,  discharged  by  its 
terms,  a continuing  and  exclusive  lease  to  the  said  Catawissa  Company, 
of  that  portion  of  our  road  recently  completed  and  opened.  The  dis- 
charge of  this  mortgage,  and  the  cancellation  of  the  lease,  were  deemed 
objects  of  such  high  importance  as  to  form  the  subject  of  special  in- 
structions to  the  Managers  at  the  last  annual  meeting  of  the  Stock- 
holders. 

The  other  means  at  the  command  of  the  Company  have  been  em- 
ployed in  the  completion  of  the  portion  of  the  road  now  finished,  in 
grading  parts  of  the  line  between  Milton  and  Sunbury,  between  Wil- 
liamsport and  the  mouth  of  the  Sinnamahoning,  in  continuing  the 
work  at  the  harbor  of  Erie,  in  the  payment  for  land  and  land  damages, 
and  in  prosecuting  and  revising  the  surveys  for  the  whole  line  of  the 
road. 
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The  line  just  finished  from  Milton  to  Williamsport  forms  so  important 
a link  in  several  lines  of  trade  and  travel,  that  a former  Board  of  Ma- 
nagers determined  that  it  should  be  graded  and  bridged  for  a double 
track  at  once.  This  has,  of  course,  added  very  considerably  to  the 
cost  of  the  work  ; but  it  is  believed  that  the  second  track  on  this  portion 
will  be  so  speedily  required,  that  the  expenditure  was  a wise  and 
judicious  one.  The  whole  work  is  of  the  most  perfect  and  substantial 
character,  well  ballasted  throughout  with  broken  stone,  the  rails  of  a 
heavy  pattern,  the  cross  ties  placed  but  two  feet  apart  from  centre  to 
centre,  and  the  whole  calculated  for  the  greatest  possible  amount  of 
service  with  the  least  possible  cost  for  repairs. 

The  work  on  the  heavy  sections  between  Williamsport  and  Lock 
Haven,  and  between  Lock  Haven  and  the  mouth  of  the  Sinnamahoning, 
has  been  pushed  with  considerable  activity,  and  is  still  progressing,  so 
as  to  have  these  sections  in  such  a state  of  forwardness  as  to  be  finished 
simultaneously  with  the  lighter  portions  of  the  line. 

The  enterprising  and  energetic  contractors,  J.  B.  & W.  Gr.  Moor- 
head, have  made  arrangements  to  complete  the  work  from  Milton  to 
Sunbury  as  rapidly  as  possible.  This  link  of  twelve  miles,  it  is  ex- 
pected, will  be  ready  for  business  by  July  of  the  present  year,  thus 
opening  the  great  Middle  coal  field  of  Pennsylvania  to  a direct  railroad 
communication  with  the  markets  of  western  New  York,  Canada,  and  the 
Lakes.  The  extent  of  this  market,  it  is  believed,  will  only  be  limited 
by  the  extent  of  the  supply  of  coal  that  can  be  furnished  at  reasonable 
prices.  Intelligent  gentlemen  connected  with  works  in  this  coal  region 
state  that  they  can  take  out  and  deliver  at  Sunbury  not  less  than  one 
million  of  tons  per  annum,  as  soon  as  means  shall  be  furnished  of  get- 
ing  it  thence  to  market.  If  we  reduce  this  amount  to  500,000  tons, 
the  result  will  still  be  no  less  surprising  than  gratifying  to  the  stock- 
holders and  friends  of  our  road,  who  have  not  made  themselves  familiar 
with  the  immense  coal  business  of  our  State.  The  rates  now  charged 
for  the  transportation  of  coal  on  other  roads  exceed  two  cents  per  ton 
per  mile.  At  the  rate  of  two  cents,  the  charge  over  the  forty  miles  of 
road  from  Sunbury  to  Williamsport,  would  be  80  cents  per  ton,  or  on 
500,000  tons,  $400,000.  The  officers  of  the  Reading  Railroad  estimate 
the  actual  cost  of  the  transportation  of  coal  at  much  less  than  one  cent 
per  ton  per  mile.  Placing  it  at  one  cent,  we  have  $200,000  as  the  net 
revenue  of  this  section  of  road,  from  a single  article  of  trade,  being 
ten  per  cent  on  $2,000,000,  its  entire  cost.  It  is  not  unreasonable  to 
estimate  an  almost  equal  receipt  from  the  large  passenger  travel  and 
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miscellaneous  freight,  which  must  pass  over  this  line  of  road,  even 
before  its  complete  connection  with  Erie,  and  the  intermediate  feeding 
roads. 

The  result  upon  every  succeeding  link  of  our  road,  as  it  shall  be 
completed  Westward,  it  is  believed  will  be  equally  gratifying.  At 
Lock  Haven,  26  miles  west  of  Williamsport,  it  will  be  intersected  by 
the  Lock  Haven  and  Tyrone  road,  connecting  it  with  the  Pennsylvania 
road  at  the  latter  place. 

The  parties  interested  in  this  line  are  only  awaiting  the  certainty  of 
the  completion  of  our  work  to  Lock  Haven  at  a given  time,  to  com- 
mence active  operations  on  theirs. 

At  Queen’s  Run  and  Farrandsville,  a few  miles  west  of  Lock  Haven, 
we  enter  the  immense  bituminous  coal  region,  covered  with  magnificent 
pine  and  hemlock  forests,  which  extends  for  more  than  100  miles  along 
the  line  of  the  road  ! Much  of  this  coal  is  represented  to  be  of  the 
finest  qualities  to  be  found  in  our  country,  and  of  exhaustless  abun- 
dance. Some  idea  of  the  trade  to  be  derived  from  this  region  may  be 
formed  from  the  fact  that  a single  Company  have  already  contracted 
to  deliver  at  Williamsport,  from  their  mines  on  the  Tanguscootack, 
100,000  tons  of  coal,  for  transportation  on  the  Williamsport  and 
Elmira  Road.  This  must  now  necessarily  be  sent  by  canal,  but  were 
this  link  of  the  Sunbury  and  Erie  Road  finished,  it  would  all  pass  over 
it,  yielding  of  itself  a large  revenue. 

At  Winslow,  on  the  Bennett’s  Branch  of  the  Susquehanna,  forty 
miles  west  of  Lock  Haven,  the  road  will  intersect  with  the  continuation 
of  the  Alleghany  Valley  Road,  or  with  some  road  to  connect  the  two, 
forming  a new  and  advantageous  route  from  Philadelphia  to  Pittsburg 
and  Southern  Ohio,  Virginia  and  Kentucky.  At  or  near  Ridgway,  the 
Venango  road  will  bring  on  to  our  line  a rich  tribute  of  trade  and 
travel  from  Central  and  Northern  Ohio,  and  the  teeming  regions  fur- 
ther west,  by  channels  already  constructed,  or  in  rapid  course  of  com- 
pletion ; whilst  at  Warren,  or  its  vicinity,  our  road  will  be  again  in- 
tersected by  a line  of  road  extending  westward  into  Ohio,  and  connect- 
ing with  others  stretching  into  Indiana  and  Illinois ; and  finally,  at 
Erie,  we  shall  reach  the  most  extensive  and  secure  harbor  on  those 
Lakes,  upon  whose  bosom  is  borne  already  a commerce  exceeding  the 
whole  foreign  tonnage  of  our  country , and  which  is  rapidly  increasing. 

From  the  Treasurer’s  statement  it  appears,  that  the  subscriptions  to 
Stock,  and  Receipts  of  the  Company  have  been,  up  to  the  1st  inst.,  as 
follows,  viz : 
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No.  of  Shares. 

Amount. 

Paid. 

City  of  Philadelphia, 

20,000 

§ 2,000,000 

§ 950,000 

District  of  Richmond, 

2,500 

250,000 

250,000 

City  of  Erie, 

Parties  other  than  Municipal 

3,000 

300,000 

150,000 

corporations, 

From  sale  of  bonds  and  other 

23,815 

sources, 

2,381,500 

759,172 
159,754  84 

§2,268,926  84 


EXPENDITURES. 

Engineering  for  the  whole  line  of  road,  § 97,845  45 

Land  Damages,  Right  of  Way  and  Land,  73,323  54 

Road  Construction  and  Superstructure  between  Sunbury 
and  Lock  Haven,  (30  miles  of  which  are  finished  and  in 
operation,)  including  a large  amount  of  work  done,  and 


materials  for  the  remaining  portions, 

1,561,502 

33 

Road  Construction  west  of  Lock  Haven, 

65,717 

17 

Piers  in  the  Harbor  of  Erie, 

48,001 

37 

Interest  account  and  discount  on  Bonds, 

70,191 

55 

Contingent  expenses  of  all  kinds, 

60,008 

45 

Balance  on  hand,  Feb.  1,  1855, 

292,363 

98 

§ 2,268,926  84 


In  the  above  subscriptions  are  not  included  those  of  any  Counties, 
Towns,  or  Individuals,  upon  which  no  instalment  has  been  paid. 

It  will  thus  be  pei’ceived  that  from  the  subscriptions  on  which  instal- 
ments have  already  been  paid,  there  are  instalments  yet  payable, 

By  the  City  of  Philadelphia,  . . . §1,050,000 

By  the  City  of  Erie,  ....  150,000 

By  other  subscribers,  ....  1,622,328 

§2,822  328 


Making  a total  of 
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This  amount,  if  paid  in  with  reasonable  promptness,  will  be,  nearly 
or  quite  sufficient  to  complete  the  line  from  Sunbury  to  the  mouth  of 
the  Sinnamahoning,  a point  where  the  large  extent  of  coal  lands  be- 
longing to  the  City  of  Philadelphia  will  be  reached ; and  if  any  con- 
siderable addition  is  made  to  our  means,  other  portions  may  also  be 
pushed  forward. 

To  aid  in  carrying  on  the  work  with  the  utmost  practicable  activity, 
the  Board  of  Managers,  in  December  last,  authorized  the  issue  of  7 pr. 
ct.  bonds  to  the  amount  of  $1,000,000,  secured  by  a first  mortgage 
upon  that  part  of  the  road  extending  from  Sunbury  to  Williamsport,  a 
distance  of  over  forty  miles,  and  embracing  that  section  of  the  road 
already  completed  and  in  use. 

But  a small  amount  of  these  bonds  are  yet  disposed  of,  and  the  whole 
will  not  be  required,  until  after  that  portion  of  the  road  from  Sunbury 
to  Milton  shall  be  completed,  being  the  whole  unfinished  portion  of  the 
mortgaged  premises. 

In  conclusion,  the  Board  cannot  refrain  from  expressing  a hope  that 
the  citizens  of  Philadelphia  will  not  allow  this  great  work  to  languish 
for  want  of  a liberal,  generous  and  harmonious  support.  Its  speedy 
completion  will  furnish  the  means  of  increasing  their  trade  and  pros- 
perity to  an  unlimited  extent,  by  placing  in  their  hands  the  key  to  the 
vast  commerce  of  the  lakes. 

On  behalf  of  the  Board  of  Managers, 

JAMES  COOPER,  President. 


Philip  M.  Price,  Secretary. 


LETTER  FROM  MR.  COOPER. 


The  following  Letter,  from  Hon.  James  Cooper,  President  of  the  Road, 

was  read  by  Mr.  Price  : 

Office  of  the  Sunbury  f Erie  R.  R.  Go ., 
Philadelphia,  Feb.  12,  1855. 

To  the  Stockholders  of  the  Sunbury  and  Erie  Railroad  Company : 

In  assuming  the  duties  of  the  office  of  President  of  the  Sunbury  and 
Erie  Railroad  Company,  I did  so  with  no  other  object  in  view  than 
the  success  of  the  enterprise  which  I deemed  alike  essential  to  the  in- 
terests of  Philadelphia  and  the  Commonwealth  at  large.  In  the  dis- 
charge of  my  duties,  I hoped  for  the  cordial  co-operation  and  support 
of  all  classes  of  the  community.  These  hopes  have  been  disappointed. 
Instead  of  co-operation,  I have  encountered  opposition  at  almost  every 
step,  and  this  opposition,  if  confirmed,  threatens  to  defeat  an  enter- 
prise which,  in  the  opinion  of  all,  is  of  incalculable  value  to  Philadel- 
phia. 

If  the  obstacles  which  have  been  interposed  in  my  way  are  the  result 
of  personal  hostility,  they  can  probably  only  be  removed  by  my  with- 
drawal from  the  management  of  the  affairs  of  the  Company,  and  as  I 
assumed  this  management  with  nothing  in  view  but  the  ultimate  suc- 
cess of  the  enterprise,  I feel  that  my  own  object  can  best  be  accom- 
plished by  withdrawing  from  a position  in  which  I have  failed  to  con- 
ciliate the  support  of  all  whose  co-operation  is  necessary  to  the  com- 
pletion of  the  work. 

I will  not  stop  to  inquire  into  the  motives  of  those  who  have  arrayed 
themselves  in  hostility  to  the  road,  and  to  my  administration  of  its 
affairs.  It  is  enough  for  me  to  know  that  such  hostility  exists,  and 
that  it  is  calculated  to  retard,  if  not  entirely  /defeat  the  completion  of 
a great  work,  necessary  to  the  development  of  the  resources  of  the 
State,  and  the  promotion  of  the  interests  of  Philadelphia,  to  induce  me 
to  remove,  as  far  as  practicable,  its  c use.  I,  therefore,  beg  leave  to- 
decline  a re-election,  and  trust  that  by  placing  some  other  individual 
at  the  head  of  the  enterprise,  he  may  be  able  to  conciliate  the  good-, 
will  and  co-operation  of  those,  whose  opposition  I have  encountered. 
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1 cannot,  however,  take  leave  of  the  Managers  of  the  Road,  with 
whom  I have  been  associated  for  the  last  year,  without  tendering  them 
my  most  grateful  thanks  for  the  confidence  they  have  reposed  in  me, 
and  their  fidelity  to  the  interests  of  the  Company. 

Very  Respectfully, 

JAMES  COOPER. 


The  letter  of  Mr.  Cooper  was,  on  motion,  ordered  to  be  entered  in 
full  upon  the  record. 

James  Armstrong,  Esq.,  of  Williamsport,  offered  the  following  re- 
solution: 

Resolved,  That  in  view  of  the  resignation  of  the  Hon.  James  Cooper, 
President  of  the  Sunbury  and  Erie  Railroad  Company,  this  meeting, 
while  it  regrets  his  determination  to  adopt  such  a course,  takes  pleasure 
in  tendering  to  him  their  thanks  for  the  able  manner  in  which  he  has 
presided  over  the  affairs  of  the  Company,  and  for  the  exertions  he  ho.s 
ever  manifested  to  promote  its  interests. 

The  resolution  was  unanimously  adopted. 

The  same  gentleman  subsequently  offered  a resolution  that  a com- 
mittee of  five  stockholders  be  appointed,  to  report  at  an  adjourned 
meeting,  the  policy  they  may  recommend  for  the  future  government  of 
the  Company,  and  such  measures  as  they  may  deem  advisable. 

A motion  was  made  and  adopted,  that  the  Chairman  of  the  meeting 
should  appoint  the  Committee,  and  that  he  should  himself  be  its  Chair- 
man 

The  following  gentlemen  were  announced  to  form  the  Committee : 

Christopher  Fallon,  Asa  Whitney,  Benjamin  Marshall,  John  B. 
Myers,  Stephen  Colwell. 

The  report  of  the  Chief  Engineer  was,  on  motion,  ordered  to  be 
printed. 

The  meeting  then  adjourned  to  meet  at  four  o’clock,  to  receive  the 
report  of  the  Judges  of  the  Election  for  Managers. 

At  four  o’clock  the  meeting  reassembled,  when  the  following  named 
gentlemen  were  returned  as  elected : — 

William  Bigler,  Henry  Duhring, 

Charles  S.  Boker,  Israel  Morris, 

Robert  Ewing,  D.  K.  Jackman, 

John  W.  Stokes,  James  Armstrong, 

Robert  L.  Martin,  Daniel  Deal, 

Franklin  Platt,  Wm.  C.  Ludwig. 

Charles  Sinnickson, 


REPORT  OF  THE  CHIEF  ENGINEER. 


To  the  President  and  Managers  of 

The  Sunbury  $ Erie  Railroad  Company : 

At  the  time  my  last  annual  report  was  submitted,  sixty-five  miles  of 
the  Sunbury  and  Erie  railroad  was  then  under  contract,  extending 
from  Sunbury,  in  Northumberland  county,  to  Lock  Haven,  in  Clinton 
county.  On  that  portion  of  the  line  from  Milton  to  the  intersection 
with  the  Williamsport  and  Elmira  railroad,  about  one  mile  above  the 
town  of  Williamsport,  embracing  a distance  of  about  twenty-eight  miles 
and  a half,  and,  on  two  miles  between  Milton  and  Sunbury,  a consider- 
able portion  of  the  grading  had  been  done.  Some  of  the  masonry  for 
the  bridge  across  the  river  below  the  Muncy  hills  had  been  laid,  and 
the  foundations  of  the  abutments,  and  three  of  the  piers  of  the  Wil- 
liamsport bridge  had  been  started.  I then  stated  that  much  would  de- 
pend upon  the  stage  of  the  water  in  the  river  during  the  spring 
months — that  should  it  continue  high,  the  work  would  be  materially 
retarded. 

Owing  to  the  spring  floods,  the  regular  masonry  for  the  piers  of  the 
bridge  below  Williamsport,  could  not  be  commenced  until  the  sixth  of 
June.  The  bridge  below  the  Muncy  hills  was  in  a more  favorable  po- 
sition, and  the  masonry  was  recommenced  at  an  earlier  date  ; but  this 
work,  also,  encountered  very  serious  delay  from  a different  cause.  Bil- 
ious fever  and  ague  began  to  prevail  with  the  warm  weather,  and  low 
stage  of  the  river,  and  continued  until  the  cold  weather  set  in.  At 
one  time  no  fewer  than  forty  of  the  workmen  were  on  the  sick  list,  and 
it  was  with  great  difficulty  and  at  greatly  increased  expense,  that  this 
work  could  be  kept  in  progress.  To  these  circumstances,  alone,  is  at- 
tributable the  delay  in  bringing  into  use  the  twenty-eight  and  a half 
miles  of  the  Sunbury  and  Erie  Railroad,  which  connects  the  Catawissa 
railroad  with  the  Williamsport  and  Elmira  railroad.  This  work  was 


completed  and  opened  on  the  eighteenth  day  of  December  last, 
closing  the  last  link  in  a great  chain  of  railroads,  extending  from 
the  city  of  Philadelphia  to  the  lakes,  through  upper  Canada,  north  and 
west ; passing  nearly  three  hundred  miles  within  the  State  of  Pennsyl- 
vania, one  hundred  and  seventy  miles  through  the  State  of  New  York, 
upward  of  two  hundred  miles,  by  the  great  Western  railroad  through 
Canada  West ; thence  from  Detroit,  by  the  Michigan  Central  road  to 
Chicago ; and  still  further  west,  both  in  the  direction  of  Galena  and 
Rock  Island;  also,  north  from  the  Falls  of  Niagara  to  Lewistown, 
where  a connection  is  formed  by  a line  of  steamers,  with  Toronto,  and 
the  Ontario,  Simco  and  Huron  railroad ; connecting  Lake  Ontario  with 
Lake  Huron,  from  whence,  by  steamboat  through  the  Georgian  Bay, 
the  north  channel  and  the  Sault  St.  Marie  Canal;  the  great  mineral 
regions  of  Lake  Superior  is  reached  and  placed  several  hundred  miles 
nearer  to  the  city  of  Philadelphia,  than  by  the  route  of  the  Central 
Pennsylvania  railroad.  Two  of  the  greatest  works  of  the  day  have 
been  completed,  as  it  were,  simultaneously  with  this  work  of  the  Sun- 
bury  and  Erie  railroad  : — The  suspension  bridge,  at  the  Falls  of  Niag- 
ara, making  the  chain  perfect  at  that  point,  and  the  Sault  St.  Marie 
Canal,  perfecting  the  navigation  between  Lake  Huron  and  Lake  Supe- 
rior. But  this  is  not  the  only  benefit  that  the  city  of  Philadelphia  is 
to  realize  from  the  completion  of  this  first  link  of  the  Sunbury  and 
Erie  railroad ; Rochester,  partaking  of  a great  portion  of  the  trade  of 
Lake  Ontario,  is  now  placed  by  railroad  connections,  as  near  to  the 
city  of  Philadelphia  as  to  the  city  of  New  York.  All  of  New  York, 
west  of  the  meridian  of  Elmira,  by  the  different  railroads  leading  to 
the  Falls  of  Niagara,  to  Buffalo,  to  Dunkirk,  to  Erie,  and  to  Cleveland, 
and  all  the  important  points  on  the  northern  Lakes,  are  equally  as  ac- 
cessable  to  Philadelphia,  as  to  the  city  of  New  York  or  Boston ; and, 
in  regard  to  the  time  and  distance,  can  now  compete,  successfully,  for 
the  millions  of  trade  that  those  cities  have  heretofore  entirely  monopo- 
lized. Philadelphia  has  never,  heretofore,  accomplished  as  much  in 
proportion  to  its  investment,  as  in  the  Sunbury  and  Erie  road.  Liberal 
subscriptions  have  been  made  by  the  city  to  other  roads,  that  have 
been  in  progress  during  the  last  two  years  ; yet,  not  a single  mile,  out- 
side of  the  city  limits,  has  been  brought  into  successful  operation,  ex- 
cept on  the  Sunbury  and  Erie  road.  In  all  the  connections  of  this 
road  with  other  roads,  great  leading  thoroughfares  will  be  secured 
every  thirty  or  forty  miles,  forming  uninterrupted  lines,  either  to  the 
Lakes  or  to  the  Western  States,  as  soon  as  those  connections  shall  be 


made.  This  peculiar  feature  in  the  Sunbury  and  Erie  road,  will  give 
it  advantages,  superior  to  any  other  road  in  the  Union. 

A large  amount  of  capital,  by  Philadelphians  and  others,  has  been 
invested  in  the  anthracite  coal  regions,  east  of  the  Susquehanna  river  ; 
and  extensive  preparations  are  being  made  to  freight  coal  over  the 
Sunbury  and  Erie  road,  by  way  of  the  Williamsport  and  Elmira  rail- 
road, into  the  interior  of  the  State  of  New  York,  and  to  the  Lakes,  as 
soon  as  the  road  shall  be  completed  between  Milton  and  Sunbury.  A 
part  of  this  distance  has  been  already  graded,  and  the  balance  is  of  a 
very  easy  character.  The  expensive  part  of  this  link  will  be  the 
bridges  across  the  north  branch  of  the  Susquehanna  river  : — One  from 
the  point  at  Northumberland  to  the  island,  eleven  hundred  feet  in 
length,  the  other  from  the  island  to  the  Sunbury  side  of  the  river, 
twelve  hundred  feet  in  length.  These  structures  will,  however,  not  be 
as  costly  as  the  bridges  already  erected  across  the  west  branch  of 
the  Susquehanna  river,  on  that  part  of  the  road  now  in  use.  It  will 
not  be  necessary  to  construct  them  for  a double  track,  as  this  part  of 
the  road  will  be  relieved  from  the  trade  and  travel  passing  between  the 
Catawissa  and  Williamsport  and  Elmira  roads.  On  the  island,  between 
the  bridges,  the  road  should  be  graded  for,  and  laid  with  a double 
track,  to  afford  a proper  passing  place  for  the  trains.  With  the  excep- 
tion of  the  bridges,  this  portion  of  the  road  may  bo  completed,  and 
ready  for  use,  by  the  first  of  August  next ; and,  if  proper  arrange- 
ments are  made  at  an  early  day,  the  bridges  can  be  finished  to  pass 
over,  by  the  first  of  January  following. 

A temporary  arrangement  might,  however,  be  made  to  cross  the 
river  on  the  present  road  bridge,  to  answer  the  purpose  until  the  rail- 
road bridges  are  completed ; or,  the  coal  cars  might  be  towed  across 
the  pool  of  the  dam  in  flats.  By  adopting  either  of  these  plans,  a 
large  amount  of  tonnage  would  be  thrown  upon  the  road,  the  moment 
it  can  be  completed  to  Northumberland  ; which  would  add  greatly  to 
the  revenue  of  the  road  between  that  point  and  the  town  of  Williams- 
port. 

From  Williamsport  to  Lock  Haven,  the  grading  has  been  in  pro- 
gress during  the  past  four  or  five  months,  on  a number  of  the  heaviest 
sections , upon  which  from  three  to  four  hundred  hands  have  been  em- 
ployed ; and  some  of  the  sections  are  nearly  graded.  Sections  No. 
52  and  No.  53,  at  Antis’  Creek,  opposite  Jersey  Shore,  will  require  at 
least  fifteen  or  eighteen  months  to  bring  them  to  a close,  with  any  force 
that  can  be  advantageously  employed.  It  was,  therefore,  not  deemed 
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prudent  to  commence  the  lighter  sections,  until  the  'work  on  these  sec- 
tions was  farther  advanced.  t 

By  the  time  this  link  of  the  Sunbury  and  Erie  railroad  is  ready  for 
use,  it  is  more  than  probable  that  the  Lock  Haven  and  Tyrone  rail- 
road will  be  made.  The  preliminary  surveys  have  been  run,  and  a 
Company  regularly  organized  for  operating.  This  will  form  a con- 
nection between  the  Sunbury  and  Erie  railroad  and  the  Central  Penn- 
sylvania railroad,  which  will  be  to  their  mutual  advantage,  and  afford 
a route  of  no  ordinary  character,  as  it  will  be  the  most  direct  line  of 
railroad  from  Boston  to  the  valley  of  the  Mississippi,  and  to  the  in- 
terior of  the  South-western  States  ; passing  over  the  railroads  of 
Massachusetts  and  New  York,  through  Pennsylvania,  over  the  Wil- 
liamsport and  Elmira,  the  Sunbury  and  Erie,  the  Lock  Haven  and 
Tyrone  railroads,  and  thence  by  the  Central  Pennsylvania  railroad  to 
Pittsburg,  and  by  the  Hempfield  railroad  to  Wheeling,  and  from  these 
points  still  farther  west  to  Cincinnati  and  St.  Louis. 

Here,  then,  will  be  another  grand  thoroughfare,  equal  in  importance 
to  that  leading  from  Philadelphia  to  the  North ; at  least,  so  far  as  re- 
lates to  the  revenue  of  the  Sunbury  and  Erie  road,  and  to  the  true 
interests  of  its  Stockholders  ; and,  in  this  respect,  to  none  more  so  than 
to  the  City  of  Philadelphia,  as  it  is  a stockholder,  not  only  in  the  Sun- 
bury and  Erie  road,  but,  also  in  the  Central  Pennsylvania  and  Hemp- 
field  roads. 

It  will  also  open  a northern  market  for  the  bituminous  coal  and 
iron  of  Clinton,  Center,  and  Blair  counties;  which  alone,  at  no  distant 
day,  must  afford  a vast  amount  of  tonnage  for  this  portion  of  the  Sun- 
bury and  Erie  road,  independently  of  the  through  trade  and  travel  be- 
tween the  North-eastern  and  South-western  States. 

In  the  month  of  August  last,  proposals  were  received  for  the  con- 
struction of  ninety-eight  miles  of  the  road,  extending  from  Lock 
Haven  to  the  town  of  Bidgway,  in  Elk  county,  and  subsequently  allotted 
to  Messrs.  Burns  & Co.  On  the  first  forty  miles,  running  west,  to  the 
mouth  of  the  Sinnamahoning  Creek,  fifteen  of  the  heaviest  sections 
have  been  in  progress  during  the  last  two  months,  upon  which,  about 
five  hundred  men  are  now  employed.  None  of  the  work  on  these  forty 
miles,  comparatively  speaking,  can  be  classed  with  thatpf  a heavy  or 
expensive  character,  although  more  expensive  than  some  other  por- 
tions of  the  line,  and,  if  no  delay  is  occasioned  by  the  want  of  means, 
the  grading  may  all  be  finished  during  the  present  year. 

When  the  road  is  made  to  the  mouth  of  Sinnamahoning  Creek,  the 
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vast  bituminous  coal  basin  of  Pennsylvania  will  have  been  fairly  en- 
tered, as  well  as  the  immense  forests  of  timber  through  which  the  road 
will  pass  between  Lock  Haven  and  Warren,  in  Warren  county Thus 
it  will  be  seen,  that  each  progressive  link  of  the  Sunbury  and  Erie 
road,  as  it  is  completed,  will  be  abundantly  supplied  with  tonnage,  and 
that,  even  to  the  most  skeptical  mind,  a doubt  should  not  exist  that  it 
will  be  one  of  the  best  paying  roads  in  the  Union. 

Beyond  the  mouth  of  the  Sinnamahoning  Creek,  nothing  has  been 
done  in  the  way  of  grading  for  the  road.  During  the  past  summer,  the 
work  in  the  harbor  of  Erie  has  been  kept  regularly  moving.  The  out- 
side range  of  piers,  extending  from  German  street  to  the  Eastern  inlet, 
a distance  of  over  thirty-four  hundred  feet  in  length,  has  been  so  far 
completed  as  to  render  them  perfectly  safe  from  ice.  A shore  pier  has 
also  been  erected,  seventy-five  feet  east  of  the  line  of  German  street, 
and  running  out  into  the  harbor,  parallel  with  said  street,  six  hundred 
and  forty-five  feet.  The  conditions  of  the  donation,  by  the  city  of 
Erie,  of  this  portion  of  the  harbor,  enclosed  within  the  lines  of  the  pier 
and  breakwater,  and  bounded  by  the  shore,  containing  about  one  hun- 
dred and  thirty  acres,  required  that  a certain  amount  of  pier-work 
should  be  completed  within  a specified  time.  This  has  been  done,  and 
the  company  have  secured  harbor  and  depot  space  which,  in  a very 
short  period  of  time  after  the  road  is  completed,  will  be  worth  at  least 
one  million  of  dollars.  In  the  construction  of  the  work  already  done 
on  the  harbor,  one  hundred  and  forty-eight  thousand  cubic  feet  of  tim- 
ber has  been  used ; about  one  hundred  thousand  feet  of  plank,  board 
measure  ; six  thousand  nine  hundred  and  fifty-five  pounds  of  iron ; and 
over  thirteen  thousand  perches  of  stones. 

Judging  from  the  cost  of  the  work  thus  far,  although  increased  prices 
are  being  paid  beyond  those  upon  which  my  estimate  for  the  work  was 
based,  I am  still  under  the  impression,  that  the  cost  of  the  whole  road 
will  fall  within  the  original  estimate. 

In  the  early  part  of  November  last,  proposals  were  received,  at  Erie, 
for  the  grading  and  bridging  of  sixty-three  miles  of  the  western  end  of 
the  road,  extending  from  the  city  of  Erie  to  the  town  of  Warren,  in 
Warren  county ; making  upwards  of  one  hundred  and  sixty  miles  of 
road  that  had  to  be  revised  and  prepared,  during  the  past  season,  for 
the  inspection  of  those  persons  wishing  to  bid  for  the  work.  This  ne- 
cessarily required  that  the  force,  in  the  Engineer  department,  should 
be  kept  up  to  a greater  extent  than  merely  what  was  necessary  for  the 
work  that  was  in  progress  of  construction ; but,  as  soon  as  it  could  con- 
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sistently  be  done,  the  force  was  decreased  to  the  requirements  for  ac- 
tual operations.  Since  the  completion  of  the  road  between  Milton  and 
Williamsport,  a still  greater  reduction  has  been  made  in  that  depart- 
ment. 

On  the  twenty-eight  and  a-half  miles  upon  which  the  cars  are  now 
running,  the  road  bed  has  been  graded  for  a double  track,  and  a single 
track  laid.  The  cross-ties  are  eight  feet  in  length,  generally  seven 
inches  in  thickness,  and  having  a face  and  bed  of  nine  inches  and  up- 
ward, laid  upon  broken  stone  ballast,  sixteen  inches  in  depth,  and 
placed  but  two  feet  from  centre  to  centre.  The  rails  weigh  sixty-nine 
pounds  to  the  yard;  secured  at  the  joints  by  wrought  iron  chairs,  and 
with  four  brad  spikes  in  each  cross-tie.  The  masonry  in  the  abutments 
and  piers  of  the  river  bridges,  and,  with  two  or  three  exceptions,  in  the 
smaller  bridges,  is  what  is  termed  rockwork,  and,  of  the  first  class  of 
that  character.  A large  portion  of  the  stones  for  the  bridge  at  Wil- 
liamsport, were  brought  from  twenty-five  to  thirty  miles,  down  the 
Williamsport  and  Elmira  railroad.  The  piers  and  abutments  contain 
nearly  six  thousand  perches,  which  was  laid  up,  and  grouted  with  ce- 
ment grout,  in  a little  over  seven  months  ; and  the  superstructure  taken 
from  the  log,  framed,  and  raised,  ready  for  the  cars  to  pass,  in  less 
time. 

The  bridge  below  the  Muncy  hills  is  built  of  limestone,  brought  from 
quarries  about  three  miles  distant  from  the  site  of  the  bridge ; it  con- 
tains about  one  thousand  perches  of  masonry  more  than  the  bridge  at 
Williamsport,  and,  taking  all  the  disadvantages  under  which  the  con- 
tractors labored,  into  view,  was  erected  with  equal  promptness  and 
energy. 

The  plan  of  the  superstructure  of  both  of  these  bridges,  is  three  sec- 
tions of  a double  truss,  with  three  arches  packed,  ten  inches  in  depth 
each,  making  the  arch  thirty  inches  in  depth,  with  arch  braces,  and  a 
counter  arch  springing  from  the  chord,  and  meeting  in  a cast  box  at- 
tached to  the  king  posts,  at  the  under  side  of  the  main  arch,  so  as  to 
form  a counter  brace,  and  give  strength  to  the  haunch  of  the  main 
arch,  to  prevent  it  from  rising  when  loaded  at  the  opposite  end.  Sus- 
pension rods  of  iron  are  placed  in  each  pannel  of  truss,  from  the  top 
chord  behind  one  set  of  posts,  to  the  bottom  chord  in  front  of  the  next 
set  of  posts  in  advance,  until  they  meet  in  the  centre  of  the  span,  thus 
binding  the  truss  more  firmly  and  securely  together  than  if  placed  in 
a reversed  position,  which  has  been  done  in  some  instances  in  bridges 
of  similar  construction.  Without  the  arches,  these  bridges  have  sus- 
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tainecl  three  twenty-three  ton  engines  and  a train  of  loaded  cars,  at 
the  same  time,  and  no  perceptible  deflection  was  observed. 

Review  op  the  Location  op  the  Line  op  the  Road. 

At  Chellisquaque  Creek,  by  placing  the  line  of  the  road  close  along 
by  the  berm  bank  of  the  West  Branch  Canal,  it  is  believed  that  sev- 
eral thousand  dollars  may  be  saved  to  the  Company,  and  that  the  lo- 
cation will  be  a safer  one  than  that  originaly  run.  From  this  point  to 
Williamsport,  the  line  remains  the  same  as  first  located,  with  the  ex- 
ception of  a slight  variation  at  the  western  end  of  the  bridge,  below 
the  Muncy  hills,  at  which  point  a six  degree  curve  was  introduced,  to 
supply  the  place  of  an  eight  degree  curve. 

At  Williamsport,  the  first  location  for  crossing  the  river,  to  form  a 
connection  with  the  Williamsport  and  Elmira  railroad,  was  immediately 
at  the  upper  end  of  the  town. 

Two  other  crossings  were  subsequently  examined ; one  about  half  a 
mile  above  the  town,  the  other  a short  distance  below  the  town.  To 
place  the  line  in  a position  to  cross  the  river,  for  the  first  crossing 
place  at  the  upper  end  of  the  town,  an  eight  degree  curve  would  have 
been  required,  and  at  the  upper  crossing  a six  degree  curve ; besides, 
at  both  of  these  crossings,  the  bridge  would  have  had  to  be  built  oblique- 
ly across  the  stream. 

In  approaching  the  point  of  crossing  below  the  town,  only  a four 
degree  curve  was  required,  to  be  enabled  to  cross  the  stream  at  a right 
angle  with  the  current. 

A map  was  prepared,  showing  the  position  of  the  different  crossings, 
and  the  manner  in  which  the  connection  was  formed  with  the  Williams- 
port and  Elmira  road — which  map  was  submitted  to  the  Road  Commit- 
tee ; Mr.  John  Tucker  being  at  that  time  President  pro  tern,  of  the 
road,  and  acting  as  Chairman  of  the  Road  Committee.  The  crossing 
at  the  lower  end  of  the  town  was  unanimously  adopted. 

At  the  time  this  question  was  decided,  surveys  were  being  made  by 
the  Susquehanna  company,  which  actually  occupied  the  same  ground 
at  the  lower  end  of  the  town,  as  the  survey  made  by  the  Sunbury  and 
Erie  company ; and,  it  was  apprehended,  that  should  they  unite  with 
the  Williamsport  and  Elmira,  and  with  the  Catawissa  railroads,  the 
great  northern  route  to  the  Lakes  would  become,  both  a New  York 
and  Baltimore  measure,  and  thus  defeat  the  main  object  of  the  Sunbury 
and  Erie  road — the  prosperity  of  the  city  of  Philadelphia. 
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The  question  now  is,  shall  the  road  be  continued  on  the  north  side 
of  the  river,  and  recross  it  with  a bridge  for  a single  track,  and  make 
four  and  three-quarter  miles  of  road,  or,  start  another  road  on  the 
south  side  of  the  river,  three  miles  back,  and  then  make  a road  seven 
and  four-tenth  miles  to  the  point  where  they  would  unite. 

If  it  were  merely  the  tonnage  and  travel  passing  over  the  Sunbury 
and  Erie  road,  from  beyond  the  points  where  the  respective  lines  sepa- 
rate and  again  unite,  without  reference  to  the  trade  passing  east  and 
west,  to  and  from  the  Williamsport  and  Elmira  road,  that  is  to  be  con- 
sidered, then  the  south  side  of  the  river  should  be  the  side  for  the 
Sunbury  and  Erie  road  ; but,  this  is  too  limited  a view  to  take  of 
the  subject. 

In  the  first  part  of  my  report,  I have  referred  to  a connection  with 
the  Central  Pennsylvania  road,  which,  undoubtedly,  will  be  made,  as 
soon  as  the  Sunbury  and  Erie  road  is  completed  to  Lock  Haven;  as  it 
will  give  the  most  direct  route  from  the  Eastern  States  to  the  valley 
of  the  Mississippi,  and  to  the  South-western  part  of  the  Union,  which 
cannot  fail  to  be  equally  as  important,  and,  upon  which,  as  great  an 
amount  of  tonnage  will  pass  and  repass,  as  upon  the  route  now  in  suc- 
cessful operation  from  Philadelphia  to  the  Lakes.  In  fact,  when  the 
immense  tonnage  is  taken  into  view,  that  must  find  its  way  to  a north- 
ern and  eastern  market,  from  the  mineral  districts  of  Clinton,  Centre, 
and  Blair  counties,  in  addition  to  the  through  tonnage,  it  may  even 
surpass  the  former.  Should  this  be  the  case  it  must  be  evident,  that 
the  north  side  of  the  river  is  the  proper  side  for  the  road,  and  the  one 
which  will,  under  existing  circumstances,  promote  the  interest  of  the 
stockholders  to  the  greatest  extent. 

By  adopting  the  north  side  of  the  river,  this  trade  and  travel  would 
not  be  forced  through  Williamsport,  but  would  diverge  at  a point  west 
of  Lycoming  Creek,  about  two  miles  above  the  town,  and  instead  of 
having  to  be  transported  from  the  point  where  the  lines  intersect  op- 
posite Level  Corner,  twelve  miles  round  to  pass  through  Williamsport, 
it  would  only  have  to  be  transported  four  miles  and  three  quarters. 

Upon  the  data  given  in  my  last  report,  that  each  mile  saved  in  dis- 
tance, is  equal  to  sixty  thousand  dollars  per  mile — nearly  four  hundred 
and  fifty  thousand  dollars  of  capital  would  be  saved  in  a line  of  road, 
for  the  trade  to  which  I have  referred.  For  the  trade  passing  from 
beyond  the  points  where  the  lines  separate  and  again  unite,  the  in- 
creased distance  is  fourteen  hundred  and  seventy-seven  feet,  and  a loss 
of  capital  of  seventeen  thousand  dollars,  with  the  renewal  of  the  super- 
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structure  of  one  bridge — say  every  fifteen  years,  which,  for  a single 
track,  is  estimated  to  cost  twenty-five  thousand  dollars.  With  the 
immense  disadvantage  that  would  result  to  the  Williamsport  and 
Elmira  railroad,  it  is  evident  that  it  would  be  the  interest  of  that  road 
to  form  a direct  connection  with  the  Sunbury  and  Erie  road  west  of 
Lycoming  creek,  instead  of  crossing  below  Williamsport  on  the  present 
bridge,  and  running  their  freight  and  passengers  more  than  seven  miles 
of  an  extra  distance. 

In  case  that  road  were  to  form  such  a connection,  there  would  be  but 
a single  mile  of  road  to  make  to  close  the  direct  line,  as  it  is  now  loca- 
ted, for  the  Sunbury  and  Erie  road ; and  thus,  there  would  be  two 
roads  to  do  the  same  business,  for  which  one  only  is  required.  The 
Sunbury  and  Erie  owning  all  on  one  side  of  the  river,  and  nearly  the 
half  of  the  road  on  the  other  side,  and  at  the  same  time,  be  deprived 
of  all  the  trade  and  travel  from  the  North  and  West,  from  the  point  of 
crossing  at  Level  Corner,  to  the  intersection  with  the  Williamsport 
and  Elmira  railroad,  west  of  Lycoming  creek — nearly  five  miles. 

Were  the  Sunbury  and  Erie  road  completed  through  to  Erie,  and  the 
business  upon  it  so  great,  that  the  trifling  increase  of  distance  with  the 
crossings  of  the  river  would  seriously  retard  or  delay  its  progress;  it 
would  then  be  a question  that  should  have  some  weight,  but,  until  that 
time  arrives,  there  can  be  no  substantial  argument  in  favor  of  the  south 
side  of  the  river. 

The  city  of  Philadelphia  has  a deep  interest  in  the  prosperity  of  the 
Central  Pennsylvania  road,  as  well  as  in  the  Hempfield,  and  the  North 
AYestern  road,  and  that  which  will  best  promote  their  interests,  and,  at 
the  same  time,  those  of  the  Sunbury  and  Erie  road,  would  appear  as 
the  true  policy  to  be  adopted.  Had  either  of  the  other  crossings  at 
AVilliamsport  been  selected,  still  the  trade  to  which  I have  reference 
would  have  been  driven  over  an  increased  distance  of  nearly  five  miles. 

A careful  estimate  of  the  cost  of  the  different  sides  of  the  river,  has 
been  made  by  Mr.  P.  Jarrett,  Principal  Engineer  of  the  eastern  divi- 
sion of  the  road.  It  stands  thus: 

Length  of  road  to  construct  on  north  side  of  the  river,  four 
miles  and  three-quarters.  Cost  for  single  track,  including 
bridge,  ......  $232,400 

Length  of  road  to  construct  on  south  side  of  river,  seven 
miles  and  four-tenths.  Cost  of  single  track,  . 193,800 

Difference  in  favor  of  south  side  for  single  track, 
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Cost  of  double  track  on  south  side,  . . . $342,100 

Cost  of  double  track  on  north  side,  including  bridge  for  sin- 
gle track,  ......  334,300 

Difference  in  favor  of  north  side  for  double  track,  . $8,500 

At  Farrandsville,  it  was  suggested  by  Mr.  Kneass,  who  had  been  ap- 
pointed, by  the  City  Councils,  to  review,  in  connection  with  the  Engi- 
neer of  the  Sunbury  and  Erie  road,  the  location  of  the  route,  that  the 
river  could  be  more  advantageously  crossed  above  the  mouth  of  Tan- 
gascootack  creek,  than  at  the  point  which  was  recommended  in  my 
last  report,  at  Queen’s  Run  Dam. 

Although  the  site  suggested  by  Mr.  Kneass  had  been  previously  ex- 
amined, a second  line  was  run;  the  result  still  proving  as  unfavorable 
as  that  of  the  former  survey.  A bridge,  double  the  length  of  that 
which  is  required  at  Queen’s  Run  Dam,  would  be  necessary,  and  the 
road  increased  half  a mile  in  length. 

No  alteration  was  deemed  advisable  from  Farrandsville  to  the  mouth 
of  the  Driftwood  Branch  of  the  Sinnamahoning  creek.  From  this 
point  to  the  city  of  Erie,  different  interests  have  been  urging  different 
routes,  some  more  northwardly,  and  some  more  southwardly,  than  the 
location  adopted  by  me. 

From  the  result  of  surveys  previously  made  by  Mr.  Miller,  north  of 
the  line  as  now  located,  and  surveys  south  of  it,  made  during  the  sum- 
mer of  1853,  as  well  as  from  a personal  examination  of  the  country  at 
the  head  waters  of  Bennett’s  Branch,  I am  still  of  the  opinion  that  no 
material  alteration  should  be  made  in  the  general  course  of  the  line 
recommended  in  my  last  report;  although  the  line  may  perhaps 
be  improved  in  the  vicinity  of  Trout  Run  and  Roselay  Summit,  and 
probably  the  cost  of  the  work  decreased.  It  is  intended  that  this 
part  of  the  line  shall  be  carefully  revised  before  the  work  is  com- 
menced. 

Mr.  Miller,  at  an  early  day,  examined  the  Driftwood  and  its  branch- 
es, and  crossed  over  to  the  head  waters  of  the  Kenzua.  This  is  one 
route  urged  by  some ; another  is  up  a southern  branch  of  the  Drift- 
wood to  Straight  creek,  down  Straight,  or  Crooked  creek,  to  the 
Clarion,  thence  by  Williamsville,  up  Sweet  creek  to  the  head  waters 
of  the  Kenzua.  Another  route  is  up  West  creek  and  its  north  fork, 
thence,  by  a tunnel  between  four  and  five  thousand  feet  in  length,  to 
Powers’  Run,  down  Powers’  Run  to  Johnsonburg,  and  thence,  by  Mr. 
Miller’s  survey,  to  the  head  waters  of  the  Teonista. 
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By  adopting  any  route  north  of  Ridgway,  no  connection  could  be 
formed  with,  the  Venango  railroad,  without  materially  increasing  the 
distance,  by  that  route,  to  the  interior  of  Ohio  and  the  more  western 
States,  or  by  extending  the  Venango  road  as  far  east  as  the  mouth  of 
the  Driftwood,  by  the  present  located  line  of  the  Sunbury  and  Erie 
road,  thus  making  two  parallel  roads,  but  fifteen  or  twenty  miles  apart, 
for  a number  of  miles,  to  accommodate  the  trade  for  which  one  would 
answer. 

When  Mr.  Miller  made  the  surveys  of  the  Driftwood,  Allegheny, 
and  Kenzua  routes,  the  New  York  and  Erie  road  was  not  in  existence, 
and  there  was  no  good  reason  why  a northern  route  should  not  be  se- 
lected ; but  now,  since  the  New  York  and  Erie  road  has  been  con- 
structed, it  presents  a different  question.  Either  of  the  routes  passing 
into  the  Kenzua,  would,  in  reality,  be  making  an  hundred  miles  of  the 
Sunbury  and  Erie  road  a New  York,  as  much  as  a Pennsylvania  pro- 
ject; for,  if  it  were  once  made  from  Erie  to  the  head  waters  of  the 
Kenzua,  twenty  or  thirty  miles  of  a link  would  connect  it  with  the  New 
York  and  Erie  road  at  Olean  and,  for  a greater  part  of  the  distance, 
with  an  easy  descending  grade. 

In  the  location  of  the  road,  the  principal  objects  aimed  at  were,  the 
development  of  the  resources  and  wealth  of  Northern  Pennsylvania,  to 
the  greatest  possible  extent,  and  securing,  at  the  same  time,  to  the  city 
of  Philadelphia,  the  trade  of  the  Lakes  and  the  West,  by  the  most  di- 
rect routes. 

Between  the  Central  Pennsylvania  railroad  and  the  New  York  State 
line,  taking  the  meridian  of  Ridgway  as  a centre,  there  is  at  least  one 
hundred  and  twenty  miles  square,  in  which  not  a single  mile  of  rail- 
road has  as  yet  been  made.  Almost  every  foot  of  this  immense  region 
is  underlaid  with  bituminous  coal  and  iron  ore,  its  surface  covered  with 
vast  forests  of  timber,  and  the  soil,  when  cleared,  susceptible  of  a high 
state  of  cultivation. 

The  more  central  the  Sunbury  and  Erie  road  can  traverse  this  vast 
mineral  and  lumber  region,  without  increasing  the  distance  to  the  har- 
bor at  Erie,  the  better  it  must  be,  as  it  will  furnish  a greater  amount 
of  tonnage,  and  a better  revenue  to  the  road,  than  could  possibly  re- 
sult from  a connection  with  the  New  York  and  Erie  road,  at  Olean. 

If  there  is  any  deviation  to  be  made  from  the  line,  as  it  is  now  loca- 
ted, the  reasons  for  carrying  it  south  of  Ridgway  are  stronger  than 
those  for  a more  northern  location  ; and,  if  it  were  not  that  the  distance 
would  be  increased  some  twelve  to  fifteen  miles,  it  would  be  a less  ex- 
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pensive  route  to  build,  to  pass  up  Bennett’s  branch  to  its  head,  cross 
over  into  Rattlesnake,  down  Rattlesnake  and  Little  Toby,  and  thence 
up  Bear  creek  to  the  present  location  at  Tionesta  summit. 

The  summit  between  Bennett’s  branch  of  the  Sinnainahoning  and 
Sandy  luck,  is  known  to  be  the  lowest  in  Pennsylvania,  between  the 
waters  of  the  Susquehanna  and  the  Allegheny,  and  the  most  re- 
markable pass  in  the  Allegheny  mountains.  It  can  be  reduced  by  a 
short  cut  between  fifty  and  sixty  feet  in  depth,  at  the  highest  point,  so 
as  to  bring  it  only  fifteen  hundred  feet  above  tide  water,  and  between 
six  and  seven  hundred  feet  below  the  tunnel  at  the  summit  of  the  Cen- 
tral Pennsylvania  railroad.  At  no  distant  day,  a connection  will  be 
formed  between  the  Sunbury  and  Erie  road  and  the  Allegheny  valley 
road  by  this  route,  by  which  Pittsburg  and  the  West  will  be  more  easy 
of  access,  than  by  any  other  route  made,  or  any  that  can  possibly  be 
constructed  hereafter. 

From  Philadelphia  to  Pittsburg,  as  I stated  in  my  last  report,  no 
grade  exceeding  thirty-three  feet  per  mile  will  be  required,  and  for 
more  than  half  the  distance,  none  exceeding  twenty  feet  to  the  mile. 

If  St.  Louis  is  made  a point  for  the  Pacific  railroad,  when  built,  then 
this  will,  undoubtedly,  be  the  important  national  route,  by  which  trade 
and  travel  will  pass  through  the  mountainous  district  of  Pennsylvania 
on  its  way  between  our  eastern  and  western  seaboard. 

At  Warren,  two  lines  were  examined,  one  crossing  the  Allegheny 
river  at  the  lower  end  of  the  town,  the  other  about  half  a mile  farther 
down  the  stream.  The  upper  crossing  would  lengthen  the  line  about 
sixteen  hundred  feet,  but  without  increasing  the  cost  of  the  wrork,  as 
it  would  admit  of  the  bridge  being  placed  nearer  to  the  surface  of  the 
waiter.  In  the  spring  of  the  year,  steamboats  ply  as  high  up  the  Alle- 
gheny river  as  Warren,  and  no  farther  ; it  will,  therefore,  be  necessary 
to  place  the  bridge  at  the  lower  crossing,  should  it  be  adopted,  so  high 
as  to  admit  them  to  pass  under. 

From  Logan’s  summit,  thirty-three  miles  east  of  Erie,  two  prominent 
routes  were  submitted  to  the  Road  committee  : the  one  passing  through 
the  town  of  Wattsburg,  the  other  through  the  town  of  Waterford. 

The  Waterford  route,  descending  from  Le  Boeuff  summit  to  the 
Lakes,  requires  gradients  of  eighty  feet  to  the  mile,  whilst  on  the 
Wattsburg  route,  descending  the  Lake  ridge  to  the  same  point,  from 
the  summit  between  Le  Boeuff  and  Six  mile  creeks,  the  grade  can  be 
reduced  to  fifty-three  feet  to  the  mile,  and  the  measured  distance  is 
six-tenths  of  a mile  less ; the  equated  distance  on  both  routes  being  the 


same. 
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Owing  to  the  expensive  crossing  at  Six  mile  creek,  the  Wattsburg 
route  has  been  estimated  to  cost  one  hundred  thousand  dollars  more  than 
the  Waterford  route,  but,  the  Road  committee  very  correctly  decided 
that  the  line  with  the  low  gradients  would,  eventually,  more  than  com- 
pensate for  the  increased  cost. 

By  substituting  in  place  of  the  fifty-three  feet  grade,  a seventy  feet 
grade  after  crossing  Six  mile  creek,  coming  east,  the  deep  cut,  through 
the  Lake  ridge,  would  in  a great  measure  be  avoided,  and  the  cost  of 
the  Wattsburg  route,  would  then  compare  favorably  with  the  Water- 
ford route ; or  an  entirely  different  line  may  be  adopted,  which  has 
been  examined  during  the  past  summer,  by  Mr.  Randolph,  Principal 
Engineer  of  the  Western  division  of  the  road ; passing  up  Four  mile 
creek  with  an  eighty  feet  grade,  and  uniting  with  the  line,  with  the 
fifty-three  feet  grade,  at  the  head  of  Six  mile  creek.  This  line  is  found 
to  be  a mile  and  three-quarters  shorter  than  the  line  with  the  fifty- 
three  feet  grades,  continued  to  the  harbor. 

By  a revision  in  the  line  between  Wayne  corners  and  Logan  summit, 
three  thousand  three  hundred  feet  have  been  saved  in  distance,  which, 
in  addition  to  the  distance  saved  in  the  other  instance,  would  give  the 
Four  mile  creek  route  an  advantage  of  three  miles  over  the  Waterford 
route  with  the  same  gradients ; be  equally  as  cheap  to  construct,  and 
the  alignment  of  the  road  superior  ; but,  as  the  saving  of  distance  easl 
of  Wayne  corners  applies  to  the  line  with  the  low  gradients,  as  well  as 
to  the  route  by  Four  mile  creek,  the  difference  between  these  routes  is 
only  one  mile  and  three-quarters. 

It  has  been  urged,  that  by  pursuing  the  Waterford  route,  a brand 
road  could  be  extended  from  that  place,  to  some  point  on  the  Cleveland 
Painesville  and  Ashtabula  railroad,  near  to  the  State  line  of  Ohio,  anc 
by  this  branch,  give  to  the  city  of  Philadelphia  even  a better  route  fo] 
the  trade  of  Cleveland  than  by  the  Central  Pennsylvania  road  to  Pitts 
burg,  and  thence  to  Cleveland,  or,  even,  by  the  Northwestern  anc 
Mahoning  route.  This  is  doubtless  true ; but,  by  diverging  at  Wayrn 
corners,  the  same  object  is  accomplished,  and  will  require  only  a fev 
miles  more  of  branch  road,  and  passing  over  ground  of  the  easies 
character  for  a railroad. 

It  is  admitted  that  Erie  is  the  best  harbor  on  the  Lakes,  and  an1 

' *< 

route  other  than  that  which  will  give  the  easiest  possible  access  to  an< 
outlet  from  that  point,  would  be  suicidal  to  the  best  interests  not  onb 
of  the  city  of  Erie  and  the  city  of  Philadelphia,  but  of  the  Sunbury  ani 
Erie  railroad. 

Philadelphia  can  accomplish  more  to  promote  her  interests  anc 
prosperity  by  the  completion  of  the  Sunbury  and  Erie  road,  than  sin 
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ever  has  done,  or  can  do,  by  any  other  project  in  which  she  has  embarked. 

The  measured  distance  from  Philadelphia  to  Cleveland,  by  the  Sun- 
bury  and  Erie  route,  is  but  twelve  miles  more  than  by  the  Central 
Pennsylvania  route,  by  Pittsburg,  and  in  equated  distance  it  will  be 
much  shorter. 

In  the  practical  working  of  the  road,  it  can  compete  successfully  writh 
even  the  Northwestern  route.  The  equated  distance  is  the  same,  but 
it  is  well  known  that  the  grades  on  the  Central  Pennsylvania  railroad, 
are  as  high  as  ninety-six  feet  per  mile,  going  west,  and  on  the  Cleve- 
land and  Mahoning  road,  (part  of  the  Northwestern  route,)  as  high 
as  sixty  feet  per  mile,  for  several  consecutive  miles,  coming  east,  from 
Cleveland.  On  the  Sunbury  and  Erie  route,  after  leaving  Cleveland, 
for  one  hundred  and  fifty-three  miles,  to  Warren  in  Pennsylvania,  no 
grade  will  be  required  exceeding  thirty  feet  per  mile,  and  for  one 
hundred  and  eighty-seven  miles,  going  west  from  Harrisburg  to  Winslow, 
there  will  be  no  grade  over  seventeen  feet  per  mile. 

The  equated  distance  by  the  Sunbury  and  Erie  and  Allegheny  valley 
roads,  will  in  like  manner,  compare  favorably  with  the  Central  Penn- 
sylvania route  betweenJLarrisburg  and  Pittsburg. 

By  the  Sunbury  and  Erie  road  and  its  connections,  it  will  thus  be 
seen,  that  not  only  all  the  important  points  on  the  Lakes,  but  the  whole 
West,  are  virtually  placed  nearer  to  the  city  of  Philadelphia  than  by 
any  other  practical  route  for  a railroad ; and,  that  both  the  cities  of 
New  York  and  Boston,  will  find  it  to  their  advantage  to  seek  the  route 
of  the  Sunbury  and  Erie  road,  in  preference  to  either  the  New  York  and 
Erie,  or  Central  New  York  roads,  to  reach  the  interior  of  the  Western 
and  Southwestern  States. 

In  approaching  the  city  of  Philadelphia,  the  Sunbury  and  Erie  road 
will  have  a choice  of  routes  ; either  by  Harrisburg,  or  by  Reading  ; and 
should  the  North  Pennsylvania  road  connect  with  the  Little  Schuylkill 
at  Tamaqua,  that  road  may  be  advantageously  adopted,  and  the  true 
interests  of  the  city  be  more  effectually  promoted,  than  by  any  other 
policy  that  could  be  pursued. 

If  this  road  were  extended  to  Tamaqua,  and  the  Catawissa  made 
part  of  the  same  line,  and  improved,  one  consolidated  company  might 
he  formed,  whose  road  would  extend  from  the  city  of  Philadelphia  to 
the  harbor  at  Erie,  every  foot  of  which  would  be  within  the  limits  of 
Pennsylvania,  and  controlled  by  her  own  capital. 

] Respectfully  submitted, 

< ROBERT  F ARIES, 

f Chief  Engineer  Sunbury  and  Erie  Railroad. 

Philadelphia,  February,  5, 1855. 


